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FOREWORD 


The purpose of this report is to provide a 
summary of the current operating characteristics of 
the Canadian passenger rail system. In the sections 
that follow data concerning financial performance, 
service levels and vehicle characteristics are 
presented. In addition sources of competition and 
summaries of Rail Transport Committee decisions are 
provided. 


Every effort has been made to assemble 
the data contained in this report on a complete 
and consistent basis. The cases where there are 
gaps are mainly the consequence of this particular 
information not being collected by either the CTC 
or the Railroad concerned. 


SUMMARY OF CANADIAN RAIL PASSENGER OPERATIONS 


SERVICES 


Most passenger rail services are provided by Canadian 
Pacific Railways and Canadian National Railways. Other railway 
companies such as the Northern Alberta and the Algoma Central 
provide limited train service but their passenger carryings are 
NOt Significant). 


CP operates 13 routes. "The Canadian" operates daily 
in each direction between Montreal/Toronto and Vancouver. The 
trip takes almost three days. A conventional train offering 
accommodation and meals operates daily between Montreal and Saint 
John. The remaining 11 CP services are local services using rail 
diesel cars (RDC's). There is one in the Maritimes, four in the 
Quebec - Windsor corridor, two others in Quebec, two in northern 
Ontario, and one each in the Prairies and British Columbia. All 
CP rail services are subsidized except for the B.C. service, 
Victoria - Courtenay. The CTC has ordered CP to upgrade this 
service before it will consider subsidy payments. 


CN operates 46 routes. The "Super Continental" 
operates daily during the year in each direction between Montreal/ 
Toronto and Vancouver. Two Continentals operate daily in each 
direction during the summer. The trip takes just over three days. 
Two conventional trains run daily between Halifax and Montreal. A 
RDC service operates daily both ways between Quebec City and 
Moncton with an overnight stop in Edmundston, N.B. These connect 
with the Rapido at Montreal. 


In the Maritimes CN operates RDC's between Moncton - 
Saint John, N.B. and Sydney - Halifax, N.S. A conventional train 
runs daily between Sydney - Halifax. 


In Quebec CN operates RDC's daily between Montreal - 
Sherbrooke with weekly extension to Coaticook, Quebec - Clermont, 
Quebec - Richmond. Conventional trains operate between Gaspe - 
Levis - Montreal, Montreal - Grenville, Senneterre - Rouyn, Chambord - 
Dolbeau, Montreal/Quebec - Chicoutimi and Quebec - Cochrane. 


*- In the Quebec - Windsor corridor CN operates both 
conventional trains and RDC's. Conventional trains include Turbo 
and Tempo trains. Turbo trains operate between Montreal - 
Toronto. Tempo trains operate via London between Toronto - 
Windsor and Toronto - Sarnia. Conventional trains operate between 


Quebec - Montreal, Montreal - Ottawa, Ottawa - Toronto, and 
Toronto - Barrie. RDC's operate between Toronto - Hamilton - 
Niagara Falls, Toronto - Stouffville, Toronto - London, 
Toronto - Kingston and Toronto - Sarnia. 


In northern Ontario CN operates 3 mixed trains in 
remote areas i.e. where rail is the only access mode (Hearst - 
Nakina, Hornepayne - Manitouwadge, Thunder Bay North - Sioux 
Lookout). A conventional train service runs between Toronto - 
North Bay - Kapuskasing and a RDC service runs between Toronto - 
North Bay. 


In the Prairies CN operates six mixed trains in or to 
remote areas (Winnipeg - Sioux Lookout, The Pas - Lynn Lake, 
Dauphin - Winnipegosis, Flin Flon - Osborne Lake, Prince Albert - 
Hudson Bay, Wabowden - Churchill). Conventional trains operate 
between Winnipeg - The Pas - Churchill. RDC's operate between 
Winnipeg - Thunder Bay North, Saskatoon - The Pas, Saskatoon —- 
Regina, Saskatoon - Prince Albert, Edmonton - Drumheller, Edmonton - 
Grand Centre, and Edmonton - North Battleford. 


In British Columbia CN operates a mixed train between 
McBride - Prince George and a conventional train between Jasper - 
Prince George - Prince Rupert. 


Both CN and CP operate commuter rail services in 
Montreal similar to the Go-Transit operation in Toronto. These 
are notdealt ‘with? rn “this? repore, 


RAIL PASSENGER PATRONAGE 
1974 Patronage Level and Trend 


There is a negative trend in patronage. 1974 revenue 
carryings for the entire system decreased 530,000 passengers) from 
5.91 million passengers to 5.18 meiiiion, down 9% fromel97/ 2 é 
CP 1974 carryings decreased 50,000 passengers, to 740,000 down 
6% from 1972. The decline in patronage may be due in part to lab- 
Our disputes in 1973 followed by economic recession in 1974. 


(1) CN has not yet provided CTC with complete information on 1974 
passenger carryings. Carryings for ten CN routes were 
estimated by multiplying a route's 1974 revenue passenger 
miles by the ratio of its 1972 revenue passengers to its 
1972 revenue passenger miles. 


Quebec - Windsor corridor carryings declined 5% from 
1972 to 3.73 million passengers. Most of the decline was in 
Rail Diesel Car services (down 16% to 720,000 while convention- 
aly trainsymaintained, 99% 4(3.01 million) of.<b972..carryings. 
Montreal - Windsor conventional services were up 2% from 1972 
to 2.47 million but Montreal - Quebec, Montreal - Ottawa and 
Ottawa - Belleville - Toronto services declined 19% from 1972 
to 380,000. Ottawa - Brockville - Toronto service increased 
carryings 11% from 1972 to 160,000. Two services in particular 
deviated by large margins from the general trend: Toronto - 
London - Sarnia patronage was up 30% over 1972-74 to 580,000 
passengers while Montreal - Quebec patronage was down 24% over 
Oy 2= 7 44t0711507 000. 


The non-corridor services, excluding the Transcontinent- 
al service, declined 16% from 1972 to 1.41 million passengers. 
Conventional and mixed train services declined 23% and 30% to 
860,000 and 10,000 respectively, while rail diesel car (RDC) 
services maintained 99% (540,000) of their 1972 carryings. 

Maritime RDC services, representing the majority of non-corridor 

RDC traffic, experienced 11% growth to 270,000 over 1972-74 while 
Prairie RDC services experienced a decline of 21% to 10,000 passeng- 
ers. 


CP increased Montreal/Toronto - Vancouver carryings by 
3% from 1972 to 310,000. Figures are unavailable for 1974 CN 
transcontinental carryings but an estimate indicates that CN 
patronage fell 20% from 1972 to 460,000. CN carries approximately 
603 of the transcontinental traffic. Extreme seasonal peaking 
accounts for high average passenger carryings per train and high 
Operating costs on both transcontinental services. 


RATL PASSENGER SUBSIDY 


Application Process 


The Canadian Transport Commission under Section 260 of 
the Railway Act is required to list the passenger train services 
eligible for discontinuance applications. The railway can then 
apply for discontinuance by submitting revenue, cost and other 
data. Subsidies may be paid starting ninety days after receipt 
of the application. 


In order to approve subsidies or authorize a discontin- 
uance the Canadian Transport Commission must determine the actual 
loss of the service. When the loss is established, the CTC must 
ensure that there is alternative transportation available to all 
points served by the rail line and review the effect of discontin- 
uance on these other carriers. Finally, they must examine the 
probable future requirements for rail passenger service in the area 
affected. 3 


After investigation and possible public hearings, the 
CTC may approve the discontinuance of the service or declare 
service necessary in the public interest. If the CTC declares 
passenger service necessary, the government pays 80% of losses 
incurred by the railway as audited by the CTC. Services which 
have been declared necessary, must be reviewed every five years, 
to determine whether they are required or should be discontinued. 
Virtually all services require review, under this provision, in 
1976-77 since the last decisions described in the later parts of 
this document were 1970-72. 


Analysis of 1974 Rail Passenger Subsidy 


Canadian passenger rail services were operated in 1974 
at a total loss of approximately $167 million. It is estimated 
that $126 million in subsidy will be paid to CN and CP under 
section 261 of the National Transportation Act for the operation 
of these routes in 1974. CN will receive approximately $103 
million while CP will receive $23’ million. By’ 1980, the rail 
passenger subsidy on its present basis may reach upwards of $300 
million with corresponding losses of $375 to $400 million. 


In 1974 the Quebec - Windsor corridor services account- 
ed for 22% of the subsidy and 63% of the passengers. Non-corridor 
services, excluding the Transcontinental services, account for 36% 
of the subsidy and 24% of the passengers. Transcontinental services, 
account for 42% of the subsidy and 13% of the passengers. These 
estimates are reflected by the subsidy per passenger - $7.40 for 
corridor service, $32 for non-corridor service, and $69.90 for 
transcontinental service. The overall subsidy per passenger is 
$21.40. 


The impact of inflation on the rail passenger subsidy 
has been significant. Over the 1972-74 period, the conventional 
train subsidy increased $17 million to $57 million. During the 
same period the monthly Consumer Price Index increased 19.3%. 
Adjusted to constant 1974 dollars, the conventional train subsidy 
increase was only $9.3 million. Approximately 45% of the $17 
million increase was attributable to inflation, based on the Con- 
sumer Price Index. 


EQUIPMENT 


The railways operate four basic kinds of equipment; 
unit passenger trains such as TURBO, self-propelled coaches 
called Rail Diesel Cars (RDC's), which are operated individually 
Or in groups, standard coaches, and special purpose equipment 
primarily on transcontinental service. 


CN operates 888 pieces of conventional rolling stock. 
This includes 205 vintage cars which are due for retirement. CP 
rail operates 187 pieces of conventional passenger car equipment 
of which 169 are stainless steel. All of this equipment is 
approximately 20 years old. 


The only unit train in operation is the Pratt and 
Whitney TURBO leased to CN. These 3 trainsets are 7 years old, 
providing 362 seats per train, of which 110 are first-class (one 
of the three is currently under repair). 


There are 96 self-propelled cars available, 48 for each 
company, of stainless steel construction, .on average 20 years old, 
and generally used on low densit'y routes. There are 10 of these 
cars with a snack bar. The propulsion engines have recently been 
discontinued by General Motors. As a result, a study is being 
sponsored by the Transportation Development Agency (TDA) to invest- 
igate the feasibility of retrofitting with gas turbine engines. 


There are 260 coaches available in Canada,most of which 
are 21 years old. Most seat 76 passengers (19 rows of four seats 
each spaced 38" apart). Twenty-six have been modernized with wall- 
to-wall carpeting and reclining seats, reducing the car capacity to 
52 seats by eliminating 7 rows of seats and increasing the spacing 
to 58". In addition, 9 of the 234 coaches have had 8 seats removed 
to permit the installation of shelves for a snack bar service. 


Two hundred and sixty sleeping cars typically have 8 to 
10 roomettes and 4 to 6 double bedrooms, and accommodate 24 people. 
Dome cars with elevated glass bubble observation decks represent 
another type. There are 41 dome cars, all of which are 21 years 
old, 17 of which have sleeping-car facilities. 


The railways own 154 food service cars, from the tradit- 
ional dining cars to swivel armchair club cars with airline food 
type distribution. One hundred and twenty-seven baggage cars, 
designed for passenger service, make up the balance of the special 
purpose fleet. 


RAILWAY LABOUR RELATIONS 


There are five major bargaining groups representing 
100,000 railway employees composed of 55,800 non-operating 
employees, 19,800 shopcraft employees, 14,500 employees in the 
United Transportation Union (Trainmen), 1,645 employees in the 
United Transportation Union (Engineermen), and 4,600 employees 
in the Brotherhood of Locomotive Engineers. 


The non-operating employees include such diverse 
occupations as clerks, labourers, sectionmen, crossing watch 
men, station agents, telegraphers, freight handlers, truck 
drivers, warehousemen, ship personnel, sleeping and parlour car 
staff, and craftsmen. The non-ops are represented by an associa- 
tion of eight unions. Most non-ops are employed in Ontario, 
Quebec and Manitoba. 


The shopcraft employees are primarily comprised of 
skilled tradesmen such as electricians, boilermakers, pipe-fitters 
who are responsible for the maintenance of rolling stock. Shop- 
craft employees are represented by an association of seven unions. 
The highest concentration of shopcraft workers 1s in Quebec and to 
a lesser extent, in Ontario and Manitoba. The main shops are locat- 
ed in Montreal, Winnipeg, Calgary, and Moncton. 


The Trainmen employees are comprised of conductors, 
brakemen, baggagemen, switchtenders, yardsmen, and others whose 
primary function involves direct movement of the trains either on 
the road or in the yard. The Trainmen group is represented by 
the United Transportation Union, known as UTU. The UTU is divided 
into two bargaining units, the UTU (Trainmen) and the UTU (Engine- 
men). The highest concentration of Trainmen is in Ontario, follow- 
ed by Quebec, British Columbia, Alberta, Manitoba and Saskatchewan. 


The Enginemen employees consist of hostlers employed in 
hostling service and firemen/helpers employed in road and yard 
service. Hostlers are responsible for moving the engines in and 
out of the diesel house where they go for repairs. Both the hostl- 
ers and the firemen are represented by the UTU (Enginemen), a 
bargaining unit of the United Transportation Union. The Enginemen 
are located in all regions across Canada. 


The locomotive engineers are responsible for the operat- 
ion of power units for freight and passenger rail service. They 
are represented by the Brotherhood of Locomotive Engineers. The 
Brotherhood dates back 110 years and has traditionally maintained 
a bargaining position independent of the other rail unions. Loco- 
motive engineers are located in all regions of Canada. 


Since 1973 significant changes have occurred in rail- 
way labour relations. In particular all 18 railway unions came 
together under the banner of the Associated Railway Unions to 
form the largest single bargaining unit in Canada. 


Job security was a key issue in 1973. An arbitration 
report on this issue, written by Judge Emmett Hall, was released 
December, 1974. Among the principles established by Judge Hall 
was that a job security plan based on attrition should be provid- 
ed for rail workers with eight years seniority. 


Crew consist was the subject of an arbitration report 
released by Judge Hall in January, 1975. The report allowed the 
railways to eliminate the job of rear brakemen on freight crews 
but not on passenger crews. 


An enguiry into railway pension plans is now being 
Conducted, by Dr. Noel. Hall’. 


The collective agreements covering the operating 
employees (Trainmen, Enginemen, Engineers) are based on work rules 
developed during the era of steam power. For example, the basic 
work day for CN engineers on straight-away passenger service is 
100 miles or less, 5 hours or less, pay based on a mileage rate 
which varies with the weight on the locomotive driven. Overtime 
is calculated on a speed basis of 20 miles per hour and is paid 
for on the minute basis at a rate per hour of one-fifth of the 
daily rate. Engineers receive a yearly minimum of $8,630. 


Operation of the Turbo Train service is governed by a 
special agreement dated February 29, 1968. CN must employ 2 
engineers. The engineers are paid on the basis of the above rules. 
Labour costs are high since overtime begins at 100 miles and is 
calculated on a speed basis of 20 miles per hour. 


INTERNATIONAL DEVELOPMENTS IN RAIL 


When one reviews the economic performance of railways 
outside of North America, one is immediately struck by the 
difficulty of getting information on costs. Partly,this is due 
to the face that freight, passenger and commuter services are 
often reported as one, and partly because other governments have 
markedly different reporting practices. Only the Japanese Tokaido 
line operating at 120 mph with frequencies of five minutes and two 
Other routes in Japan are known to be profitable. The remaining 
Japanese routes show a combined deficit of $1.1 billion per year. 
Some longer distance European trains are reported to be profitable 
as well. 


COMPARATIVE ECONOMIC INDICATORS FOR MAJOR RAIL SYSTEMS 


TYPICAL VALUES 


WEST 
CANADA AMTRAK BRITISH RAIL GERMANY 

Passengers (millions) 6 uy 754 LOL 
Average trip length 

(miles) 260 225 RS 24 
Total Annual Deficit 

($¢ Millions) Lov 530 362 LOU 
Revenues and Cost 36% 49% 60% 29% 
Length of Network 

(miles) 297000 207,000 7, 000 18,000 
Top Speeds (mph) 95 AWG) 100 124 
Average Speeds (mph) 35 eh) ~ JL 


All European countries are experiencing major losses 
and many are seriously considering cutbacks. Germany for example 
is considering cuts involving 60,000 jobs to curtail losses of 
$1.7 billion annually. 


The effects of population and distance can be seen by 
the much longer average journey length in Canada and the lower 
numbers of passengers carried per mile. Train journeys per 
Capita are higher in Canada than in the U.S. but much lesser than 
in the European examples. 


Many major railways are investing great sums of money 
in both new passenger equipment and new infrastructure. There 
is a major developmental effort in Britain, France, Japan, Sweden, 
Belgium, the USSR and the U.S.A., for high speed trains. All of 
these countries have operational prototypes in service at speeds 
in excess of 125 mph on demonstration runs. While the maximum 
Operating speed of the Turbo Train at 95 mph is somewhat less than 
trains in other countries only Japan, Germany, France, the USSR 
and the U.K. have routes with a higher average speed than the 80.5 
mph achieved on Montreal-Toronto. 


The determining factor in the viability of high speed 
rail appears to be high population density and consequent high 
daily passenger volumes. Daily patronage levels on the Tokaido 
line are 376,000 and on the Paris-Lyon line 175,000. The busiest 
link in Canada is Montreal-Toronto with daily levles of 3,500 rail 
passengers in 1973 out of a total of approximately 40,000 passengers 
per day in all modes. z 


Japanese National Railways, despite a growing number 
We Hananeial problems) i197 3.deficits of $1. In billion). opened 
the 244 mile Okayama-Hakata extension of the Tokaido (301 mph) 
line in March 1975. JINR began Tokaido services in October 1964 
over the 319 mile Tokaido line with 61,000 passengers daily. By 
1971 the daily average had risen to over 233,000. With an ex- 
tension to Okayama in 1972, daily passenger volume increased to 
301,000 per day. By 1974 the JNR was carrying 376,000 passengers 
daily. By 1971, profits from the seven year operating period had 
totalled $1.1 billion dollars, amortizing the construction costs 
of thes Tokyo-Osaka dine. vin fiscal: year -1972,,\JNR. made a’ profit 
enethevTokaido™ operation of $412> million; dollars, rising to $574 
Maslelwon, Pune) 195/47, 


German Federal Railways (DB) has begun work on the 
construction of the first of seven high speed links planned for 
190 mph operation. DB claims that given these high speed lines 
and upgrading of other mainlines, timetabling could make it 
possible to reach any part of the Federal Republic in a single 
day's journey. 


French National Railways (SNCF) won approval in 1974 
for construction of the Paris-Sudest line between Paris and Lyons. 
Total cost of the line, at 1973 values will be $400 million, 
without rolling stock. Completion of the line will likely be in 
1980. In the last twenty years SNCF has managed to maintain a 
slow growth in business even though its share of the inter-city 
passenger market declined. During this period there was an 
operational deficit and insufficient capital to expand the rail 
system. 


British Rail's High Speed Train - which holds the world 
speed record for diesel traction (143 mph) is now in revenue 
service between London and Bristol. The HST is designed for a 
maximum service speed of 125 mph, but is running at the 100 mph 
maximum set for other trains in BR's inter-city network. High 
speed schedules will be introduced in October 1976 as the first 
of 27 HST production models are phased in. 


Two other major initiatives in the area of organization 
are now under way. These are the establishment of Amtrak in the 
U.S. and the Trans-Europe-Express or TEE trains in Western Europe. 
The Amtrak initiative represents a national effort to revitalize 
a declining service through the infusion of public funds and 
centralized management. The TEE trains are an addition to the 
European network of a high quality long distance service. 


In the U.S. Amtrak operates approximately 23,500 miles 
of passenger routes. The system is not operated on a cost-recovery 
basis. Amtrack receives funds from Congress to cover its operating 
Beficits. In 1974 the deficit was: $274 million and is projected 
to reach $500 million by 1977. Passenger carryings for the first 


two months of 1975 were down 19% over the same period for 1974 but 
this is attributed to extraordinary heavy traffic during the 1974 
energy crisis. Existing track needs to be upgraded. Amtrak has 
told Congress that it needs a minimum of $200 million a year for 
at least five years for track improvements but funds have not yet 
been approved. Amtrak will receive a total federal support of 
over $3 billion from 1970 to 1977 and has requested additional 
federal grants totalling more that $1 billion for Northwest 
Corridor trackage. 


The Trans-Europe-Express (TEE) connects the major centres 
of Belgium, France, West Germany, Italy, Luxembourg, The Netherlands, 
Switzerland, Austria and Spain by a network of very fast and com- 
fortable trains. It now has 28 different routes, which are served 
by 39 trains ‘stopping at over 190 stations, Carrying some’ 5.0 
million passengers annually. TEE trains are first class only - 
cars are equipped with individual reclining seats, fluorescent 
lighting, cloakrooms, luggage racks, air conditioning and sound 
proofing. Some trains include vista-dome cars such as the Rheingold 
from Hoek van Holland to Geneva and in France the Mistral,Lyonnais 
and Rhodanien have a bar-car with bookstall, secretarial offices 
and hairdressing salon. Average train speeds are now approximately 
85 mph with some trains running at 125 mph over upgraded sections. 
No costs are available. 


In Canada, two types of new equipment have been developed: 
The Light Rapid Comfortable) (LRC) train and) the» Turbo train.” Both 
have design targets to allow maximum speeds of 120 mph. The Turbo, 
introduced in 1967, is now in daily service between-Montreal and 
Toronto at speeds up to 95 mph. The LRC in prototype form has 
reamed speeds of up to 130 mph under testing conditions. The primary 
innovation of the LRC is the use of tilting body coaches which allow 
higher curve speeds, raising the average speed on a given route ky 
a substantial amount. 


TRANSPORTATION TASK FORCE REVIEW 


The transportation task force review was initiated by the 
Minister of Transport in response to difficulties experienced in 
the planning and regulation of the Canadian transportation network. 
The transportation task force reviewed the evolution of transport- 
ation policy and its ramifications. They recommended that it was 
the responsibility of the government to ensure an efficient total 
transportation system, providing accessibility and equity of treat- 
ment for users through integration of the most appropriate modes for 
each specific service. 


10 


In achieving this goal several principles were to be 
followed. In the development and provision of transportation 
services, transportation and non-transportation alternatives should 
be taken into account; intermodal and intra-modal competition should 
be encouraged where economic and technical characteristics permit. 
There should be a combination of public and private Canadian con- 
trolled carriers. The objective of commercial viability, including 
cost recovery, both in the operation of transportation services and 
in the provision of facilities and services for direct support of 
transportation be employed. If a particular developmental or nation- 
al policy requireS uneconomic operations the costs imposed should be 
identified and assumed by the government. Where competitive services 
are available, rates should be determined by the market mechanism, 
and if one mode receives public support this aid should not 
distort the selection of the most appropriate mode. 


GOVERNMENT ANNOUNCEMENTS 


Arising out of the recommendations of the transportation 
task force review, several government decisions were made that 
affect passenger transportation in Canada. These are: a high speed 
rail demonstration service in the Quebec-Windsor Corridor designed 
to test the efficiency, viability and public acceptance of better and 
faster rail service; efforts to combine the terminal, reservation and 
marketing functions of the passenger divisions of CN and CP; and 
guidelines to reorganize the rail passenger system with particular 
attention to reducing the rail passenger subsidy and encouraging the 
substitution of more commercially viable services. 
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BASIS OF DATA CALCULATION 


The accompanying tables provide a revenue-expenditure 
assessment of the major rail passenger routes in Canada for the 
years 1972 and 1974. The data is segregated by Railway, either 
Canadian National or Canadian Pacific. 


Trip length is described by route mileage and average 
trip length. The route mileage is the actual distance involved 
in the route. Average trip length refers to the average length 
of journey undertaken by passengers on that particular route in 
that year and takes mto account the possibility of intermediate 
BoLps. 


Revenue passengers are also indicated. The entry, reven- 
ue passenger miles represent the level of traffic carried and is 
derived by taking the product of the number revenue passengers and 
ene -length#or qtheixz ‘trip. 


The number of seat-miles is taken as a measure of the 
volume of transport services offered and is calculated by taking 
the product of the number of seats offered and the trip length. 
The load factor is a measure of system utilization and is derived 
by dividing the number of revenue passenger miles by the number 
of seat miles and expressing the result as a percentage. 


The second table provides additional data on the rail 
system according to factors of supply and demand. Revenues, 
costs, and losses are reported directly in thousands of dollars. 


The unit-measure of transportation offered as noted 
above, is the seat-mile, that is the amount of service involved 
in moving one seat one mile. The cost per seat mile and the loss 
per seat mile are calculated by respectively dividing the cost and 
loss entries by the number of seat miles offered. 


The unit measure of actual transportation provided, is 
the passenger mile, that is the amount of service provided in 
moving one passenger one mile. This measure for a given route 
is normally less than the number of seat miles offered because 
of empty seats. The cost, revenue, and the loss per passenger 
mile are calculated by dividing the cost, revenue, and loss 
respectively by the number of passenger miles generated. 


Three figures are included which evaluate the overall 
system, the percentage of labour cost to total cost, the percent- 
age of revenue to costs and the breakeven load factor. The first 
gives a measure of labour costs to system costs. The second 
measures the degree to which costs are recovered from passengers. 
The third indicates what percentage of seats should be filled in 
order that all operating costs of the system be paid by the 
passengers using it. 


The 1974 figures are based on initial findings supplied 
by the Railways to the Canadian Transport Commission. 
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CN 
Ce 
Ce. 
CN 
CN 
CN 
CN 
CN 


CN 


SERVICES 


MONTREAL-QUEBEC CITY 
MONTREAL-QUEBEC CITY 
MONTREAL-OTTAWA 
MONTREAL-OTTAWA 
KINGSTON-TORONTO 
MONTREAL-BROCKVILLE-TORONTO 
OTTAWA-TORONTO 
TORONTO-WINDSOR 
TORONTO-LONDON-SARNIA 


at 


CN MONTREAL-QUEBEC CITY 


CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of sur- 
face access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 
if it is to survive within this market. 


CP operates a service from Montreal to Quebec City along 
the North shore via Trois-Rivieres which has implications for the 
feasibility of an economic South shore CN service. (See CP 
Montreal-Quebec City). 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
Lorie LES eg ¥ Siew 
1974 147.0 48.8 


(average about 100 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Millions) ($ Millions) ($) 
i972 4.021 2613 60 h2.28 
1974 BY Ate Ope) 242.06 15449 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 
Bus - 
Voyageur Colonial Inc. 24 daily 224 Sens 59 mph 
Nas elle 
Air Canada 7c dadily) 40-50 190-240 mph 
Quebecair 6 daily) minutes 


RTC DECISION 


Despite being classified as uneconomic these services were 
ordered to continue at a loss due to the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in-oOperasing practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
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other aspects of passenger service under railway control, could 
improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 
2 daily 2. da lely. 3-33 hrs 46-56 mph 


CP MONTREAL-QUEBEC CITY 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of sur- 
face access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 
1f it) is to survive within tnis marker. 


-There exists an abundance of private level crossings 
along this route which has to be dealt with. 


CN operates a service from Montreal to Quebec City along 
the South shore via Drummondville and St. Hyacinthe which has 
implications for the feasibility of an economic North shore CP 


service. (See CN Montreal-Quebec City). 
TRAFFIC 

Passengers Load. Factoy 
Year (Thousands) (3) 
L9t72 135% 3 oO One 
1974 WOT 2350 


(average about 38 per trip) 
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FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Millions) ($ Millions) ($) 
1972 2093 Nis 309 9.68 
1974 2 h09 Leo 2 19.48 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 
bus > 
Voyageur Colonial Inc. 24 daily 2245 hrs 59 mph 
TAGE gt ote 
Air Canada i aaily) 40-50 ms 
Quebecair 6 daily) siavarieeecees © 2208p o 


RTC DECISION 


Despite being classified as uneconomic these services were 
ordered to continue at a loss due the the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor” the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, could 
improve the financial DOsTtLONsO felis service. 


RAIL SERVICES 


Local Through Time Average Speed 
Bridalily 320-3325 Ars 51-55 mph 
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CP MONTREAL-OTTAWA 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as 
the "Corridor" which is densely populated, by Canadian standards, 
and aS a consequence, there exists a host of alternative modes of 
surface access such as the private automobile, bus transit and 
air transportation with which passenger rail must inevitably 
compete if it is to Survive within this market. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
Ae Be Ses Se isa, 
1974 Tate pe Jos. 


(average about 93 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
L972 <5 6;/ ~347 4.27 
1974 a oy ial - 380 SIS) 
COMPETITION 
Round Trip 
Mode Frequency Time Average ‘Speed 
Bus. = 
Voyageur Colonial Inc. Camas Ly. 
Air - 
5 airlines 38 daily 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a loss due to the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
Other aspects of passenger service under railway control, could 
improve the financial position of this service. 


a AS 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily 1 daily 2220—3'10-hrs 40-48 mph 


CN MONTREAL-OTTAWA 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of 
surface access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 
if it is to survive within this market. 


CP operates a service from Montreal to Ottawa, north of 
the Ottawa River via St. Therese, Lachute, Montebello, Papineauville, 
Thurso, Masson-Buckingham Junction and Hull, which has some implica- 


tions with respect to the feasibility of an economic CN service 
south of the Ottawa River. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
Use 2 24052 48.7 
1974 2UOe2 Shel 


(average about 87 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year (SOME Eton) ($ Million) ($) 
1972 3.488 2.084 8.40 
1974 4.609 Spode 14.88 
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COMPETITION 


Round Trip 


Mode FREGUGEIICY, Time Average Speed 
Bus = 
Voyageur Colonial Inc. 22 darly 
ALT c= 
5 airlines 38 daily 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a loss due to the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
other aspects of passenger service under railway control, could 
improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 


Bi at Ly 2 50=—2-20 nce 50-66 mph 
weekend variations 


CN KINGSTON-TORONTO 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of 
surface access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 
if it is to survive within this market. 
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TRAFFIC 


Passengers Load Factor 
Year (Thousands) (3) 
1972 SN 40.8 
1974 6320 39 


(average about 101 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year (iSaeM is On) ($ Million) ($) 
Loe Oo -254 4.26 
1974 -698 20a 4.62 
COMPETITION 
ROUNC slr p 
Mode Frequency Time Average Speed 
Bus. 
Voyageur Colonial Inc. 10 daily 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a loss due to the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, 
could improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 
2 daily feito Ns 60 mph 
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CN MONTREAL/BROCKVILLE-TORONTO 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as 
the "Corridor" which is densely populated, by Canadian standards, 
and aS a consequence, there exists a host of alternative modes of 
surface access, such as the private automobile, bus transit, and 
air transportation with which passenger rail must inevitably com- 
pete if it is to survive within this market. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
Vee TA" Lisa BiG sak 
1974 LODZES 52540 


(average about 224 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
LOZ 21.698 Taree VAT AD, 
1974 26% 574. 10.543 LOs02 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

Busi 

one busline 67 weekly 6-63 hrs 
Air - 

2 airlines 239 weekly 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor", the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments, alterations in pricing and 
in other aspects of passenger service under railway control, could 
improve the financial position of this service. 
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RAIL SERVICES 


Local Through Time 
read LY: 4:10-8:00 hrs 


CN OTTAWA-TORONTO 


Ottawa-Toronto via Brockville 
Ottawa-Toronto via Belleville 


CHARACTERISTICS OF THE REGION 


Average Speed 


42-80 mph 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of sur- 
face access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 


wea tes. CO, SUbVILVesWlLthine this market. 


TRAPPE LC 

Passengers 
Year (Thousands) 
LOT 2 1a bene 
1974 1827.0 


(average about 87 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss 
Year ($ Million) ($°Miition) 
1972 2 Oe Wie Tes 
1974 PASS, ae ae 
COMPETITION 
Roundserrip 

Mode Frequency Time 

Bus- 


Voyageur Colonial Inc. MOrdartly 
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5320hes 


Load Factor 


43.0 
Beco) 


Loss/Psgr 


($) 


Oro 
L3 ou 


Average Speed 


Air - 
3 airlines 20 daily 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, 
could improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 
Sadar Ly, 5325-72500 hrs 37-50 mph 


CN TORONTO-WINDSOR 
CHARACTERISTICS OF THE REGION 


This service is located withinan area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of sur- 
face access such as the private automobile, bus transit and air 
transportation within which passenger rail must inevitably compete 
if iteissto survive withinethis: market: 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
LO? 12628 39.20 
1974 16622 3226 


(average about 217 per trip) 


ard 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($3 Mit laon) ($ Million) (eS3) 
1972 7.806 3.494 4.81 
1974 2559.5 6.429 ha) 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

DUS 

one busline 58 weekly 
Air - 

one airline Sdaily 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss, due to the follow- 
ing rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor", the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, could 
improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 
> daa ly 3:50-4:15 hrs 52-58 mph 


CN TORONTO-LONDON-SARNIA 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
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as a consequence, there exists a host of alternative modes of sur- 
face access such as private automobile, bus transit and air trans= 
portation with which passenger rail must inevitably compete if it 
is to survive within this market. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
LOZ 445.5 30s 
1974 5/7840 26 


(average about 122 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
EG yz 4385 22692 6.04 
1974 8.006 5.432 9.40 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

Bus..> 

Toronto-London - 2 buslines 115 weekly 

London-Sarnia - 1 busline 12 weekly 

Toronto-Sarnia - 1 busline 14 weekly 
Bale = 

Toronto-London - 2 airlines 76 weekly 

Toronto-Sarnia - 2 airlines 42 weekly 

London-Sarnia - 2 airlines 42 weekly 


RTC DECISION 


Despite being classified "uneconomic" these services were 
ordered to continue at a substantial loss due to the following 
rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, could 
improve the financial position of this service. 
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RAIL SERVICES 


Local) s“Tnarough Time Average speed 
Toronto-Sarnia 3 daily 32120-4209 Hes 45-56 mph 
Toronto-London 11 daily Peo =255909hrs 42-58 mph 
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TRANSCONTINENTAL SERVICES 
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SERVICES 


CN MONTREAL/TORONTO-VANCOUVER 
CP MONTREAL/TORONTO-VANCOUVER 


42 


CN TRANSCONTINENTAL 
CHARACTERISTICS OF THE REGION 


The Transcontinental service attempts to accomplish 
several tasks simultaneously. In certain regions of the country 
it serves as an inter-city operation, in others as a remote regions 
operation and in others as a long haul service. The existence of 
such a multi-functional service has given rise to an abundance of 
inherent inconsistencies in relation to schedule adherence and 
train consist. The result has been a rapid escalation in costs 
and a general decline in reliability of service. However, the 
remote service provided is a necessary function of the transport- 
ation system-and »at,.as notclear that,.aysreduction in this’ area, 
specifically, would significantly alleviate the difficulties and 
reduce costs. 


RAC 

Passengers Load Factor 
Year (Thousands) (3) 
L972 Byrnes Oelg 
1974 456.8 47.01 


(average about 517 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year G$)'Mid Vion) (Se Macbla-on) ($) 
ihe a Sys try) Oo) Re, Boe el) 6 le. ow 
1974 TOscz5 Oe pe hd 103.0 
COMPETITION 
ROU. tp 
Mode Frequency Time Average Speed 
Bus, -— 
Montreal-Sudbury -l busline 5 daily LiOel Soehns 43 mph 
Toronto-Sudbury -l1 busline 3 daily -43 mph 
Toronto-Calgary -l1 busline 4 daily 55 hrs 40 mph 
Winnipeg-Calgary -1 busline 3 daily 19-230 shes 45 mph 
Calgary-Vancouver -1l busline 6 daily 18 hrs 37 mph 
Edmonton-Vancouver-l busline 1 daily 19 hrs 41 mph 
Winnipeg-Edmonton -1 busline 2 daily 212-20 hrs 39 mph 
Saskatoon-Calgary -1l busline 1 daily 9 hrs 46 mph 


Air - 
Toronto-Vancouver -2 airlines14 daily 
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RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee is of the opinion that a transcontinental 


service has a role to play in an integrated Canadian transportation 
network. 


RAIL SERVICES 


Local "Through Time Average Speed 
Montreal-Capreol L ‘darly iwi hrs 39 mph 
Toronto-Capreol L dazrly 255° NES 36 mph 
Capreol-Winnipeg 1 daily 25310 hrs 35 mph 
Winnipeg-Vancouver 1 daily 42-48 hrs 28-47 mph 


(1 additional summer service daily, Toronto-Vancouver) 


CP THE CANADIAN 
CHARACTERISTICS OF THE REGION 


The Transcontinental service attempts to accomplish 
several tasks simultaneously. In certain regions of the country it 
serves as an inter-city operation, in others as a remote regions 
operation and in others as a long haul service. The existence of 
such a multi-functional service has given rise to an abundance of 
inherent inconsistencies in relation to schedule adherence and 
train consist. The result has been a rapid escalation in costs 
and a general decline in reliability of service. However, the 
remote service provided is a necessary function of the transport- 
ation system and it is not clear that a reduction in this “area, 
specifically, would significantly alleviate the difficulties and 
reduce costs. 
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TRAP BIC 


Passengers Load Factor 
Year (Thousands) (3) 
a9 72 50220 So ae 
1974 523 54.41 


(average about 427 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year (SeMiliiron) ($ Million) ($) 
EOF] 2 OM eS 972.0 63.14 
1974 38.689 23.347 74.0 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

Bus - 

Montreal-Sudbury -1l busline 5 daily LOSES ahics 43 mph 

Toronto-Sudbury —lebus lines 3s dary 43 mph 

Toronto-Calgary -1 busline 4 daily DS) hrs 40 mph 

Winnipeg-Calgary -1 busline 3 daily 9230 7hrs 45 mph 

Calgary-Vancouver -1 busline 6 daily 18 his 37 mph 

Edmonton-Vancouver-1 busline 1 daily IS, hrs 41 mph 

Winnipeg-Edmonton -1 busline 2 daily ZiseZO0hys 39 mph 

Saskatoon-Calgary -1l busline 1 daily 9 hrs 46 mph 


Air - 
Toronto-Vancouver -2 airlines 15 daily 


RTC DECISION 

Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 

1. The Committee is of the opinion that a transcontinental 


service has a role to play in an integrated Canadian transportation 
network. 
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RAIL SERVICES 


Local Through Time Average Speed 
Montreal-Sudbury 1 daily 10 hrs 44 mph 
Toronto-Sudbury 1 daily 6205 hrs 43 mph 
Sudbury-Winnipeg 1 daily bie 45 2009 43 mph 
Winnipeg-Banff 1 daily 19:20 hrs 47 mph 
Banff-Vancouver 1 daily Loco nS 31 mph 


46 


MARITIME THROUGH SERVICES 


CN MONTREAL-GASPE/CHARNEY-MONCTON 
CN HALIFAX/SYDNEY-MONTREAL 
CP SAINT JOHN-MONTREAL 
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CN MONTREAL-GASPE /CHARNY-MONCTON 


CHARACTERISTICS OF THE REGION 


Trains operating in this region provide essentially a 
through service from Montreal to Halifax, connecting with the 
"Ocean" service: Consequently, the traffic statistics reflect 
peak utilization during the summer months. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
1972 98% 0 8057 
1974 O20 26.55 


(average about 37 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
L972 6.066 4.837 49.35 
1974 Ceo 5.426 66.50(est.) 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

Basn-— 

Montreal-Gaspe -l1 busline 3 daily PUL s 44 mph 

Montreal-Edmunston-2 buslines 4 daily 7:45 hrs 50 mph 


Moncton-Edmunston -l busline not daily 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Considering actual losses, traffic demands and patterns 
it is thought to be possible to formulate a Maritime passenger 
service which will satisfy the public's needs and justify the 
costs. 
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RAIL SERVICES 


Local Through Time Average Speed 
Gaspe-Matapedia 1 daily 7210 hrs 28 mph 
Matapedia-Montreal 1 daily L1i40-hrs 
Quebec City-Edmunston Edarly 5:45 hrs 42 mph 
Edmunston-Moncton dat .y 5 hrs 46 mph 


CN HALIFAX/SYDNEY-MONTREAL 
LINKS 


Sydney-Truro; Charlottetown-Amherst; Saint John-Moncton; 
Gaspe-Matapedia. 


CHARACTERISTICS OF THE REGION 


These trains are utilized to provide a through service 
to Montreal and points West. Consequently traffic statistics 
exhibit substantial summer seasonality. 


The Halifax/Sydney-Montreal service carries more than 
twice as many passengers in the peak months of July and August as 
in the low month of November. For example, on the Moncton- 
Campbellton portion of the service, approximately 1,000 more 
passengers per day were carried in August than in November. 


The main consideration in assessing the cost of the 
Maritime services is the substantial amount of manpower, plant 
and equipment which is necessary to operate such a network. 


a) Manpower 


In 1970 the Maritime service consisted of 23 trains 
operating during a 24-hour period. 434 employees on the trains 
provide a service at some time or another. The operating trades, 
such as conductors, trainmen, enginemen, etc. account for 306 
employees while the remaining 128 represent sleeping, dining and 
parlour car staff. These figures do not reflect the total number 
of employees required to operate the trains on a continuing basis 
because of layovers, etc. 
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In addition, there is a Significant number of individuals 
who do not work on the trains but who nonetheless provide an integral 
service such as travel personnel (ticket agents), maintenance 
personnel and supervisory employees. 


The critical consideration, with respect to Maritime 
passenger rail, focuses on the impact of change in passenger 
train services and the ramifications of such change on employment 
of present personnel. 


b) Plant 


There exist over 2400 route miles between the Maritime 
provinces and Montreal. The nature of the Maritime region is 
such that a significant amount of capital must be invested in 
the rights-of-way composed of numerous bridges, shelters, station 
buildings and roadways in addition to the normal rail expenses 
such as rails, ties, switches and roadbeds. 


Specific areas require intricate signal devices such as 
Automatic Block signals and Centralized Traffic Control to ensure 
the safety and efficiency of the trains. All these resources add 
up to a substantial capital expenditure in Maritime passenger rail 
service. 


c) Equipment 


The railways use 26 locomotives to move 10 conventional 
passenger trains each of which may consist of up to 15 cars or 
occasionally more. In addition 11 RDC's are engaged in providing 
local services. 


1970 Conventional RDC Total 


Train miles Preseys vod seu § 848,153 3,241,764 
Car miles (excluding 
mail and express) 


- coach 6, 630)7,059 1 rest os eke 6 509 Pyeng ie 
- sleeping and 
Parlor car OF 200 7 DDL nae 97 239580 
- dining car Aare Oo gw gal APL Do poe 
- head end 
(baggage and 
service car) 2,930,328 jee oa h DOS Oy iae 
TOTAL 22,959,749 iy B42, 362 DAGSO2, bile 
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TRAFFIC 


Passengers Load Factor 
Year (Thousands) (3) 
E92 P2025 Soa2 
1974 Sz. O 36.4 


(average about 360 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 Z7IPLAS 16.960 23253 
1974 236056 225288 42739 


COMPETITION 


There exists no direct bus service from Halifax to 
Montreal approximating the rail service. 


Montreal and Halifax are connected by 2 airlines. 


CONNECTIONS 


- Ferry Services in Cabot Strait and Northumberland Strait 

-~ CN Bus Service from Port-aux-Basques to St. Johns 

~ Charlottetown-Amherst-CN Charter Bus connect with CPR trains at 
Cape Tormentine and Borden 

—~ SMT Bus Service connects with CNR trains at McGivney for New- 
castle, Fredericton, and Oromocto 

- Picton County Buslines connect with the CNR Sydney-Truro trains. 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. “Given the actual losses incurred and the demands and 
traffic patterns, the Committee is of the opinion that Ei aes 
possible through imaginative improvements to develop a maritimes 
passenger-train system which will satisfy the needs of the 
travelling public and, at the same time, justify whatever cost 
there may be to the federal treasury". 


Si 


RAIL SERVICES 


Local Through Time Average Speed 
Montreal-Halifax- 2 daily 22ers 36-48 mph 
Truro-Sydney - 1 daily #220 (ars 48 mph 


CP SAINT JOHN-MONTREAL 
CHARACTERISTICS OF THE REGION 
The trains operating in this region provide a through 


service to Montreal and points west. Hence, the traffic data 
reflect a substantial degree of seasonality in the summer months. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
e972 S20 44.6 
1974 Sey 2D okt 


(average about 30 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 PASTS MNES Zest 41,95 
1974 Si 30 PAR EWAN 10.23 


COMPETITION 


There exists no direct bus service from Saint John to 
Montreal approximating the rail service. 


Air connection is offered by one airline offering four 
daily trips. 
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FEEDER BUS SERVICE 


Fredericton Junction - Fredericton - operates daily 
except Sunday. 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Considering the actual losses in relation to traffic 
demands and patterns it is thought possible to formulate a Maritime 
passenger service which will satisfy the public's needs and 
justify the cost. 


RAIL SERVICES 


Local Through Time Average Speed 
ivdai ly U3. 05onnLs 37 mph 
Montreal-Farnham 5 weekly isc LO. hrs 


a 


REGIONAL SERVICES 
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MARITIME REGIONAL SERVICES 


CN SYDNEY-TRURO-HALIFAX/MONCTON-SAINT JOHN 
CP HALIFAX-YARMOUTH 


aye) 


CN SYDNEY - TRURO - HALIFAX/MONCTON - SAINT JOHN (MARITIME SERVICES) 


CHARACTERISTICS OF THE REGION 


These trains are used to provide predominantly local 
services. Consequently, the traffic data reflect increased 
utilization during the Christmas, New Year and Easter holiday 
periods rather than during the usual summer peak period. For 
example, on the through trains, close to 1,000 more passengers 
per day were carried in August, the peak month, than in November 
the slow month. However, only 72 more passengers per day were 
carried in August than in November on trains operating between 
Moncton and Saint John; classified as local trains. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
A i DOG 22 2520 
1974 L63.4 2529 


(average about 56 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 rae Wis, 1.804 Loue3 
1974 36072 2.443 14.95 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

Sydney-Truro 

- Halifax-Acadian Buslines 3 daily 6-8 hrs 30-45 mph 
Moncton-Saint John 

- one bus company 2 dary 2:50 @hrs 31 mph 


RTC DECISION 


CN Sydney-Truro-Halifax 
CN Moncton-Saint John 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Given the losses incurred and the demand and traffic 
patterns it is thought possible to develop a transportation system 
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which will serve the needs of the Maritime people and justify the 
cost. 


RAIL SERVICES 


Local Through Time Average Speed 
Sydney-Truro-Halifax 

2 daxly Wie2o = 2) es 26-39 mph 
Moncton-Saint John 

1 daily 1345.-hxrs 50 mph 


CP HALIFAX-YARMOUTH (DOMINION ATLANTIC RAILWAY) 
CHARACTERISTICS OF THE REGION 


Trains operating in this region provide a local service 
between Halifax, Kentville, Digby and Yarmouth. Consequently, 
the trattic, statistics reflect peak utilization during; the 
Christmas, New Year and Easter holiday periods, rather than during 
the summer months. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
LOT 42.4 EO 
1974 Pas ee) As) 


(average about 20 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 


Year CSeMa iron) ($ Million) ($) 
TO 72 -676 -484 ie ee <9 
1974 ae PAS) -600 20.739 


ay 


COMPETITION 


Round Trip 


Mode Frequency Time Average Speed 
2 buslines 4 daily F fac SS used 8 8 =: 31 mph 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
Trig ravionatLe: 


1. Considering the actual losses incurred, traffic 
demands and patterns, it is thought to be feasible to formulate 
a Maritime passenger service which will satisfy the publicis 
needs and justify the costs; 


2. Local services such as Halifax-Yarmouth play a major 


role in the total passenger train network of the Maritime (network 
argument). 


RAIL SERVICE 


Local Through Time Average Speed 
1 daily 52 45 (nrs 38 mph 
plus weekend 

supplement 


Bay of Fundy Service "Princess of Acadia" 


- CP ferry service connecting Yarmouth-Kentville-Halifax 
rail express service. 
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Gr. 
CN 
CN 
CN 
CN 
CN 


QUEBEC REGIONAL SERVICES 


MONTREAL-MONT LAURIER 
RICHMOND-LYSTER-QUEBEC 
QUEBEC-LA MALBATE-CLERMONT 
MONTREAL-SHERBROOKE-COATICOOK 
QUEBEC-COCHRANE 
MONTREAL-CHICOUTIMI 
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CP MONTREAL-MONT LAURIER 


CHARACTERISTICS OF THE REGION 


This service operates substantially below capacity which 
reflects, in part, the public's preference for the private auto- 
mobile and the existence of alternative means of surface access; 
specifically a combination of highways 15 and 11 run parallel to 
the railine from Montreal to Mont Laurier. Altitude varies in 
this region from a low of 76 feet at Bordeaux to a peak of 1,254 
Peewrata lac Carre: 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
ron 2 18.6 40.6 
1974 14.0 GANS 


(average about 45 per trip) 


FINANCIAL CONSIDERATIONS 


Gost Loss Loss/Psgr 

Year ($ Million) (GSMA leon) ($) 

Or Z oO -141 (Eo) 

1974 6 PRIA sH10 oc eS 
COMPETITION 

Round Trip 
Mode Frequency Time Average Speed 
one busline 2 daily 4:10 hrs 39 mph 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing orationale: 


1. The Committee is of the opinion that consideration 
must be given to the probability of future changes in travel 
patterns due to the "energy crisis", and how these changes will 
affect the demand for the services being offered. 


RAIL SERVICE 


Local Through Time Average Speed 
3 weekly 4:35 hrs 36 mph 
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CN RICHMOND-LYSTER-QUEBEC 


CHARACTERISTICS OF THE REGION 


This service carries relatively few people and operates 
consistently below capacity, which reflects, in part, the public's 
preference for the private automobile and the existence of alter- 
native means of surface access; specifically a combination of 
highway "Sand 20”°run*parallel to the*rarline*trom Quebec *Cauy to 
Richmond. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
LOTZ ips: Gad 
1974 BZ See) 


(average about 8 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 SCAG ned 2 13.05 
1974 529.6 .288 6.9 a4 1 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 
one busline Srdarly 2245 hrs 42 mph 


RTC DECISION 
CN Richmond-Lyster-Quebec City 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee is of the opinion that consideration 
must be given to the probability of future changes in travel 
patterns due to the "energy crisis", and how these changes will 
affect the demand for the services being offered. 
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RAIL SERVICES 


Local Through Time Average Speed 
Richmond-Lyster-Quebec 

3 weekly 2:45 hrs 37 mph 
Richmond-Lyster-Charny 

3 weekly 2:04 hrs 44 mph 


CN QUEBEC-LA MALBATE-CLERMONT 


CHARACTERISTICS OF THE REGION 


This service carries relatively few people and operates 
consistently below capacity which reflects, in part, the public's 
preference for the private automobile and the existence of 
alternative means of surface access; specifically, highways 15, 
15A and 15B, in combination, run parallel to the railine from 
Quebec City to Clermont. 


RABY LC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 15.4 18.6 
1974 WPS 14.8 


(average about 17 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 Poa APRIL ees 
1974 see) -462 SEPALS 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 
one busline Badally 22 a iS 33 mph 
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RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee is of the opinion that consideration 
must be given to the likelihood of future changes in travel 
patterns due to the "energy crisis", and how these changes will 
affect the demand for the services being offered. 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily 2250 hcs 33° tpn 


CN MONTREAL-SHERBROOKE-COATICOOK 


CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of sur- 
face access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 
if it is to survive within thisemarket. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
ERT 2 Ue eyes, Fiabe no 
1974 AEM ES) er 26.07 


(average about 143 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
O72 -699 4aa3 eo. 
1974 iMex OL BE 861 eae 


COMPETITION 


Round Trip 


Mode Frequency Time Average Speed 
one busline 14 daily des 4 Sue hiies 57 mph 


RIC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a loss due to the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignment; alterations in pricing and 
in other aspects of passenger service under railway control, 
could improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 


1 daily with week- 22200nGS 42 mph 
end variations from 
different points 


CN__OUEBEC, CLTEY—COCHRANE 

LINKS 

Northern Ontario and Quebec to Toronto, Montreal and 
Quebec City via North Bay and Hervey, including Senneterre- 
Rouyn-Noranda. 
CHARACTERISTICS OF THE REGION 

Most of the on-line rail centres are accessible by roads, 
except in the La Tuque-Senneterre area. There are 70 on-line 


centres between Hervey and Cochrane, of which 24 are accessible 
by roads. 
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Pop. including Pop. excluding 


Route Distance Endpoints Endpoints 
HEUVGy= 

Cochrane 495 34,608 297350 
La Tuque= 

ne 1238 1B SPAS) S) 17622 
Parent- 

Senneterre W8 Dy los 410 
Senneterre- 

Cochrane 184 19,606 EO, 359 
TRAFFIC 

Passengers Load Factor 

Year (Thousands) (3) 
1972 74.8 16.0 
1974 9.7 15.84 


(average about 1llper trip) 


TRENDS 


There is a decline in the average number of revenue 
passengers carried per trip with traces of seasonality in the 
summer months. 


In the Montreal-Hervey segment there is evidence of 
slight seasonality in the winter and summer months. 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
ITZ 4.394 Ae OO 49.44 
1974 5. 2oo 4.494 64.47 


COMPETITION 


There does not exist a direct bus service, approximating 
the rail service,from Quebec to Cochrane. Many of the centres 
between Hervey and Cochrane have no alternative surface access. 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Quebec-Cochrane service provides continuity to the 
Rouyn-Senneterre service, which provides furtherance to the Swastika- 
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Noranda service, providing access to the Toronto-North Bay- 
Kapuskasing regions, which provides a link between the "limited 
access" areas and the Corridor (network and remote regions argu- 
ment) ; 


2. Resource development (future considerations argument). 


RAIL SERVICES 


Local Through Time Average Speed 
Quebec-Cochrane-6 days/week ig hrs 30 mph 
Montreal-Hervey (joins Quebec 

-Cochrane service) DIAS gate’ 28 mph 
Senneterre-Noranda-Rouyn 
i daily except Sundays 22-20 hrs 44 mph 


CN MONTREAL-CHICOUTIMI 
LINKS 


Montreal-Quebec City to Chicoutimi-Dolbeau via Riviere- 
a-Pierre and Chambord. 


CHARACTERISTICS OF THE REGION 


On-line centres south of Riviere-a-Pierre and north of 
Chambord are generally accessible by roads with Chambord and 
Roberval having access to bus and air services. 


In the 120 mile remote corridor between Riviere-a-Pierre 
and Chambord there exists 40 on-line centres, only four of which 
have alternative surface access. Many of these centres are clubs, 
which explains the traces of seasonality that appear in the trakfic 
statistics. 


Between Montreal and Hervey there are 27 on-line centres 
all of which have access to roads and one third of which have 
access to bus services. 

The corridor between Chambord and Riviere-a-Pierre may 


be classified as a remote area Service. 
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Pop. ineluding Pop. excluding 


Route Endpoints Endpoints 
Chambord-Riviere-a-Pierre Ses 1 Pa 
TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
1972 TAL 22.0 
1974 So 1319 
(average about 75 per trip) 
TRENDS 


There is a decline in the average number of revenue 
passengers carried per trip with evidence of seasonality in the 
summer months and declining. 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 eee, Nhs Asoo sea 5 
1974 ASH) BOS C07 
COMPETITION 
Round Trip 
Mode Prequency Time Average Speed 
one busline 4 daily ee iS 50 mph 


REC. DECITSTON 

Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow-— 
ing rationale: 


1. Lack. of alternative access route (remote regions 
argument); 


2. Chambord-Dolbeau service forms part of the Quebec- 
Chicoutimi service (network argument) ; 


3. Resource development (future considerations argument). 
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RAIL SERVICES 


Local Through Time Average Speed 
Montreal-Chicoutimi-1l daily 12350 hrs 27 mph 
Quebec - Chicoutimi-weekly variations 7-8 hrs 29 mph 
Chambord-Dolbeau =] daily 2205 hrs 27 mph 
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ce 
CN 
CN 
CN 
CP 
CN 
CN 
CP 
CE 


ONTARIO REGIONAL SERVICES 


TORONTO-HAMILTON 
TORONTO-HAMILTON-NIAGARA FALLS 
TORONTO-STRATFORD 

TORONTO-BARRIE 

SUDBURY-WHITE RIVER 

TORONTO-NORTH BAY-COCHRANE-HEARST 
TORONTO-STOUFFVILLE 
TORONTO-HAVELOCK 

SUDBURY-SAULT STE. MARIE 
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REGIONAL TS 
TRANSCONTINENTAL #222222222 


REMOTE SEGMENTS ---~---- ++ 


CP TORONTO-HAMILTON 


CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as 
the "Corridor" which is densely populated, by Canadian standards, 
and aS a consequence, there exists a host of alternative modes of 
surface access such as the private automobile, bus transit and air 
transportation with which passenger rail must compete. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
L972 L656 Pt aA 
1974 Zits 29%. 0 


(average about 29 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year Cpr Marlet1 on) CSs Mie on) ($) 
L972 2259 2202 eae. 
1974 ozo 5 APNE: LOn 7.0 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 
Bus = 
Grey Coachlines upwards of 53 daily 


GO Transit - using 
CN trackage 


BLOC ULRCTSITON 


Despite being classified as uneconomic, these services 
were ordered to continue at a loss due to the following rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alternatives in equipment assignments; alternatives in pricing 
and in other aspects of passenger service under railway control, 
could improve the financial position of this service. 
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RAIL SERVICES 


Local Through Time Average Speed 
NE gs bs Be Ba Bs So mins 40 mph 


CN TORONTO-HAMILTON-NIAGARA FALLS 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as 
the "Corridor" which is densely populated, by Canadian standards, 
and as a consequence, there exists a host of alternative modes of 
surface access such as the private automobile, bus transit and air 
transportation with which passenger rail must compete if it is to 
Survive within this market. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
1972 23 4:46 29.5 
1974 HS O25 Ag 


(average about 82 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 

Year Lown! Ton) ($ Million) ($) 
O72 13593 1.066 4.54 
1974 22 EO Lg 36 sees | 
COMPETITION 

Round Trip 

Mode Frequency Time Average Speed 

Bus - extensive service by Pim Oaty 


Gray Coach Lines Ltd. 
and Canada Coach Lines 


Ae 


RTC. DECISTON 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Given the existence a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, could 
improve the financial position of this service. 


RAIL SERVICES 


Local Through Time Average Speed 
Se heals P50 ehirs 46 mph 


CN TORONTO STRATFORD 
CHARACTERISTICS OF THE REGION 


This service is located within an area referred to as the 
"Corridor" which is densely populated, by Canadian standards, and 
as a consequence, there exists a host of alternative modes of sur- 
face access such as the private automobile, bus transit and air 
transportation with which passenger rail must inevitably compete 
fetes CtOeSUuULVIVe Within this market. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
oe } 6rd. ARMS 
1974 16.8 220 


(average about 105 per trip) 


V2 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 

Year ($ Million) ($ Million) ($) 
1972 eyo} - 462 6.06 
1974 - 806 2590 1.69 
COMPETITION 

Round Trip 

Mode Frequency Time Average Speed 

one busline 75 weekly 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Given the existence of a substantial transportation 
market in the "Corridor" the Committee is of the opinion that 
appropriate alterations in operating practices and scheduling; 
alterations in equipment assignments; alterations in pricing and 
in other aspects of passenger service under railway control, could 
improve the financial position of this service. 


RAIL SERVICE 


Local Through Time Average Speed 
1 daily 2 daily a2 LOehrs 41 mph 


CN TORONTO-BARRIE 
CHARACTERISTICS OF THE REGION 
The Toronto-Barrie rail service, implemented in April 
1974, functions as a commuter service for individuals who work 


regularly in Toronto and reside in the areas served by the rail 
operation. 


rye 


TRAFFIC 


Passengers Load Factor 
Year (Thousands) (3) 
1972 - trial committee service offered, average about 150 per 
CLLp.. 
1974 58.8 = Eko) 
FINANCIAL CONSIDERATIONS 
Cost Loss Loss/Psgr 
Year CSaMEL Lyon) ($ Million) ($) 
1974 Sy -418 pen 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 
one busline 16 weekly oom iis 40 mph 


RTC DECISION 


The Committee ordered Canadian National Railways to pro- 
vide "Adequate and suitable accommodation, on an interim basis", 
between the terminal points of Toronto and Barrie on or before 
Apimwiel, 1974 . 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily except io) 0rs 40 mph 
weekends 


CP SUDBURY-WHITE RIVER 
CHARACTERISTICS OF THE REGION 


There exist 30 on-line rail centres between Sudbury and 
White River. There are 14 on-line rail centres between Cartier 


74 


and Chapleau, none of which have alternative surface access, three 
of which are accessible by summer roads only. There are ten on- 
line rail centres between Chapleau and White River, eight of which 
are not accessible by roads and one of which is accessible by a 
Summer road only. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
LO p2 eS NBs Ss 
1974 L435 cOmO 


(average about 44 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 - 463 -420 21.40 
1974 Henly) -461 Sora o 


COMPETITION 


No direct bus service, many of the on-line centres are 
inaccessible by road. 


RAIL SERVICES 


Local Through Time Average Speed 
3 weekly (winter) 8220 hrs 36 mph 


1 daily except Tuesday 
in the summer 


CN TORONTO-NORTH BAY-COCHRANE-HEARST 
CHARACTERISTICS OF THE REGION 


There are 17 on-line centres between North Bay and 
Toronto. All centres have access to roads; 16 of which have 


(= 


access to bus services and 5 of which have access to air services. 


There are 8 on-line centres between North Bay and Swastika 
all of which have access to road and bus services; 3 of which have 
access to air services. 


There are 11 on-line centres between Swastika and 
Kapuskasing, all of which have access to roads; 9 of which have 
access to bus services; 1 of which has access to air services. 


Between Swastika and Noranda there are 6 on-line centres 
all of which have access to trains; 5 of which have access to bus 
services and 2 of which have access to air services. 


The centres on the Toronto-North Bay-Kapuskasing route 
are accessible by other means, i.e., highway 11 runs parallel to 
the rail tracks from Gravenhurst to Hearst. 


Route Distance Pop. including Pop. excluding 

Staaten. Endpoints Endpoints 

Noranda 60 44,263 382.020 
Moronto— 

North Bay 228 91, 030 149,057 
North Bay- 

Cochrane 482 TES PAN Bs 25 eu 
Cochrane- 

Kapuskasing 69 20,601 2,002 
TRAFFIC 

Passengers Load Factor 

Year (Thousands) (3) 
LOF2 LOOoS Speke) 
1974 9223 Shekel) 


(average about 126 per trip) 


TRENDS 


There is a decline in the average number of revenue 
passengers carried per trip with no evidence of seasonality, 
except in the Toronto-North Bay service area where seasonality is 
evident in the summer months, and in some instances, the winter 
months as well. 
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FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 Ze Od LG9 2 iG) 
1974 3.459 24203 24.52 
COMPETITION 
Round Trip Average 
Mode Frequency Time Speed 


Toronto-North Bay -1 busline 52 weekly 
Toronto-North Bay: -1l airline 19 weekly 


Toronto-Kapuskasing-1l airline 16 weekly 
North Bay-Hearst -l1 busline b.daily/no return ylOasOthys 
Kapuskasing-Hearst -CN bus 1 daily Le25chnrs 140 enn 


RTC..DECISLON 


CN Toronto-North Bay-Kapuskasing 
ONR Swastika-Noranda/Rouyn 


Despite being classified aS uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. Passenger-train services within the Toronto-North 
Bay-Kapuskasing regions have adequate alternative transportation 
facilities but are deemed necessary in linking many limited access 
services to the Toronto and "Corridor" areas (network argument). 


RAIL SERVICES 


Local Through Time Average Speed 
Toronto-North Bay-Kapuskasing 

ida wihky 14) 20 NES: 939 np 
Toronto-North Bay 

weekends SLO hrs 44- npr 
Swastika-Noranda (ONR) 

1 daily 2°55 hrs, 3ionen 
Porquis-Timmins (ONR) 

1 daily 50 Smit 23:2 ail 


hh 


CN TORONTO-STOUFFVILLE 


CHARACTERISTICS OF THE REGION 


The Toronto-Stouffville service is an attempt to meet 
the needs of a commuting public who work regularly in Metropolitan 
Toronto, and who reside in the communities served by the railway. 
Given the growth projections of the City of Toronto into these 
regions, an ever increasing demand for commuter services can 
reasonably be expected in the not-too-distant future. 


This service is an extension of the old Toronto-Markham 
service. At that time (1971) it was estimated that in peak 
travel times, the rail service could travel the route between 
Toronto and Markham in a time of 40 minutes, as compared with bus 
service provided by Gray Coach Lines Ltd., which involved a dur- 
ation of 70 minutes to cover the same distance. 


The suggestion put forth at that time was that it would 
be possible to integrate the rail and bus services in such a way 
that the rail service operated during the peak travel time and 
bus service operated during the off-peak travel time. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
OF 2 66.8 HOR 
1974 Ob se2 2520 


(average about 184 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 pole) ea! 4.89 
1974 ~920 OUD 8.45 
COMPETITION 
Bus - on-line rail point between Toronto and Stouffville are 


generally well served by interurban bus excepting Agincourt 
which is served by the Toronto Transit Commission. 
- excellent road network. 


RTC DECISION 


Despite being classified as "uneconomic" these services 
were ordered to continue at a substantial loss, due to the follow- 
ing rationale: 
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1. Given the population growth estimates of Metropolitan 
Toronto and the appropriate demand for transportation services, 
corresponding to these estimates, the Committee is of the opinion 
that there will be an ever-increasing need for rail facilities. 


RAIL SERVICES 


Local Through Time Average Speed 


1 daily (except weekends) 55 2min 32 mph 


CP TORONTO-HAVELOCK 
CHARACTERISTICS OF THE REGION 
This service is utilized predominantly as a commuter 


service. Note preceeding information on passenger service in 
the Toronto area. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
a a 89.6 249 
1974 DES 30 29 


(average about 151 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 ood. 200 Deas s' 
1974 -494 . 306 2.09 


ES 


COMPETITION 


Round Trip 


Mode Frequency Time Average Speed 
DUS — 
Voyageur Colonial Inc. 8 daily 
plus vari- 
ations 


Toronto Transit Commission provides transportation for the 
Agincourt area connecting with the east-west Bloor-Danforth 
Subway. 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue due to the following rationale: 


1. The Committee is of the opinion that population 
trends indicate that increased pressure will be placed on the 
existing transportation facilities and that rail transit possesses 
the greatest potential in accommodating future transportation 
needs. 


RAIL SERVICES 


Local Through Time Average Speed 
ipaaily 2:40 hrs 36 mph 


CP SUDBURY-SAULT STE. MARIE 
CHARACTERISTICS OF THE REGION 


This service operates substantially below capacity, 
which reflects, in part, the public's preference for the private 
automobile and the existence of alternative means of surface 
access; specifically, Highway 17 runs parallel to the rail line 
from Sudbury to Sault Ste. Marie, a distance of 179 miles. 
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TRAFFIC 


Passengers Load Factor 
Year . (Thousands) (3) 
1972 6.9 LOa2Z 
1974 L025 ESS 


(average about 14 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 

Year ($ Million) ($ Million) ($) 
L972 ~374 7350 49.05 
1974 ~421 . 366 34.84 
COMPETITION 

Round=Trip 

Mode Frequency Time Average Speed 

one busline 35 weekly 
one airline 11 weekly 


RTCS DECISION 


Despite being classified as "uneconomic", these services 
were ordered to continue at a substantial loss, due to the follow- 
ing rationale: 


1. The Committee is of the opinion that consideration 
must be given to the probability of future changes in travel 
patterns due to the ‘energy crisis", and how these changes will 
affect the demand for the services being offered. 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily 3:45 hrs 48 mph 
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MANITOBA REGIONAL SERVICES 


CN WINNIPEG-CHURCHILL* 
CN THUNDER BAY NORTH-WINNIPEG 


* Gee Remote Access Services 
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REGIONAL === 
TRANSCONTINENTAL #22222 


REMOTE SEGMENTS ----*-*:: 
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WINNIPEG-CHURCHILL (NORTHERN MANITOBA SERVICES) 


CHARACTERISTICS OF THE REGION 


Rail provides the only mode of transportation to most 
on-line centres. For example, of the 8 on-line regions between 
Hudson Bay and The Pas 5 are inaccessible by road, of the 10 on- 
line regions between Flin Flon and Osborne Lake, only Channing 
is accessible by road and, of the 17 communities north of The 
Pas en route to Lynn Lake, 11 are served only by rail. Of the 
61 on-line centres between The Pas and Churchill, 53 are in- 
accessible by road. 


Route Distance Pop. including Pop. excluding 
Endpoints Endpoints 
The Pas- 223 26659 ero z 
Thompson 
Thompson- 287 225405 2,429 
Churchisia. 
Flin Flon- LES 87075 0 
Osborne Lake 
The Pas- 242 107.142 Dyas 
Lynn Lake 
TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
eo J 2 5559 20.4 
1974 43.9 14.85 


(average about 70 per trip) 


TRENDS 


(a) Thompson-The Pas; Churchill-Pikwitonei; Pikwitonei-The Pas; 
The Pas-Lynn Lake 


There exists a general decline in the average number of 
revenue passengers carried per trip with some element of season- 
ality present. 


(b) Wabowden-Gillam; Gillam-Churchill; Flin Flon-Cranberry _ 
Portage; Cranberry Portage-Osborne Lake, Osborne Lake-Flin 
Elon. 


These services exhibit a constant negligible number of 
revenue passengers per trip. 
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FINANCIAL CONSIDERATIONS 


Cost | Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 Grae 351. Sod dake 79.48 
1974 6.0.1.2 Dabk85 ELS LO 


COMPETITION 


Daily bus service between The Pas, Flin Flon and Lynn 
Lake only. 


RAIL SERVICES 


Local Through Time Average Speed 

Winnipeg-The Pas 

1 daily (except Sun.) 14:30: hrs 32-35 mph 
The Pas-Thompson-Churchill 

3 weekly 24 hrs Mags ati\ 9) 1 
Wabowden-Gillan 

2 weekly O25. J iics 32Zampo 
Gillan-Churchill 

1 weekly Si SO@hrs 22 mph 
The Pas-Lynn Lake 

3 weekly {ie sora ah ate: 24 mph 
Flin Flon-Osborne Lake POEs shnrs 24 mph 

daily except Sat 6 hrs 20 mph 
Dauphin-Winnipegosis 

1 weekly m2 50) hrs 20 mph 


CN THUNDER BAY NORTH-WINNIPEG 
CHARACTERISTICS OF THE REGION 


Roads generally provide alternative surface access to 
the principal communities served by passenger trains in 
Northern Ontario. However, some on-line centres between Thunder 
Bay North and Winnipeg (via Fort Frances) have inadequate alter- 
native surface transportation facilities. Between Thunder Bay 
North and Winnipeg five on-line centres out of fifty - these are 
without roads. 
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Lynde Ae 


Passengers Load Factor 
Year (Thousands) (3) 
1972 3.0 shea 
1974 odk She ho 


(average about 26 per trip, purely regional) 


TRENDS 


These services illustrate’'a general decline in the 
average number of revenue passengers carried per trip with traces 
of summer seasonality evident. 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 

Year ($ Million) ($ Million) ($) 
1972 -496 -453 56.30 
1974 Brotees) 764 94.33 
COMPETITION 

Round Trip 

Mode Frequency Time Average Speed 

one busline 14 weekly 
one airline 7 weekly 


The CN transcontinental train also serves the route. 


RTC. DECISION 
Despite being classified as uneconomic these services 


were ordered to continue at a substantial loss due to the lack 
of alternative access routes. 


RAIL SERVICES 


Local Through Time Average Speed 
3 weekly PL 00=—P ls LS hss 39-40 mph 
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SASKATCHEWAN REGIONAL SERVICES 


CN REGINA-SASKATOON-PRINCE ALBERT 
CN SASKATOON-THE PAS/PRINCE ALBERT-HUDSON BAY 
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CN REGINA-SASKATOON-PRINCE ALBERT 


CHARACTERISTICS OF THE REGION 


These services operate substantially below capacity which 
reflects, in part, the public's preference for the private auto- 
mobile and the existence of alternative means of surface access; 
specifically highway 11 runs parallel to the railine from Prince 
Albert to Saskatoon to Regina. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
Eo 72 ES%ez 18.0 
1974 oe6 14.1 


(average about 12 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 -647 yos.L 44.09 
1974 «650 SSM! 594.92 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

Bus - 

Saskatoon-Regina BF daily 2230-32200 hrs 

Saskatoon-Prince Albert 2Zedarby 2 hrs 


RTC. DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee is of the opinion that consideration 
must be given to the probability of future changes in travel 
patterns due to the "energy crisis", and how these changes will 
affect the demand for the services being offered. 
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RAIL SERVICES 


Local Through Time 
Saskatoon-Regina -1 daily S20 ees 
Saskatoon-Prince Albert-1l daily 22.0 -nrs 


Average Speed 


50 mph 
40 mph 


CN SASKATOON-THE PAS, PRINCE ALBERT-HUDSON BAY 


CHARACTERISTICS OF THE REGION 


These services operate substantially below capacity, 


Wwhwchnererlects, in part, the public’s preference 


for the private 


automobile, and the existence of alternative means of surface 


access; specifically a combination of highways 2, 


Sno 0 Succ 


283 run parallel to the railine from Saskatoon to The Pas and 


from Prince Albert to Hudson Bay. 


TRAFFIC 

Passengers 
Year (Thousands) 
1S Ie 4 Sas 
1974 6.4 


(average about 10 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss 
Year ($ Million) ($ Million) 
1972 6 eo 
1974 Boo PAG ET 


COMPETITION 


No direct bus connection exists between 
The Pas and Prince Albert and Hudson Bay. 
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Load Factor 


hres) 
G0 


Loss/Psgr 
($) 


Sis Ns 
ASR 


Saskatoon and 


RTC DECISION 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee is of the opinion that consideration 
must be given to the probability of future changes in travel 
patterns due to the "energy crisis", and how these changes will 
affect the demand for the services being offered. 


RAIL SERVICES 


Local Through Time Average Speed 
Saskatoon-The Pas -3/wk 8-10 hrs 33-43 mph 
Prince Albert-Hudson Bay-3/wk iL: 508hEsS 21 mph 
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CN 
CP 
CN 
CN 


ALBERTA REGIONAL SERVICES 


EDMONTON-NORTH BATTLEFORD 
CALGARY -EDMONTON 
EDMONTON-DRUMHELLER 
EDMONTON-GRAND CENTRE 
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CN EDMONTON-NORTH BATTLEFORD 
CHARACTERISTICS OF THE REGION 


This service operates substantially below capacity, 
which reflects, in part, the public's preference for the private 
automobile and the existence of alternative means of surface 
access; specifically a combination of highways 15, 16 and 5 run 
parallel to the railine from Edmonton to North Battleford; a 
distance of 254 miles. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
oO WiZ 2330 LOSS 
1974 18.6 E54 


(average about 25 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 

Year CSeMiyilaon) ($ Million) ($) 

19:72 .644 as} 22.90 
1974 LD 2o62 357.00 
COMPETITION 

Round Trip 
Mode Pnequency Time Average Speed 

Bus - Greyhound 2 daily Sy SOY ghar 46 mph 


iPtCw DEG Lo LON 
CN Edmonton-North Battleford 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


I. The Committee is Of the opinion that consideration 
must be given to the probability of future changes in travel 
patterns due to the "energy crisis", and how these changes will 
affect the demand for the services being offered. 


an 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily 5720 NES 48 mph 


CP CALGARY-EDMONTON 
CHARACTERISTICS OF THE REGION 


This service operates between the capital of the province, 
Edmonton, which is a rapidly growing city of 400,000 people (1970) 
and Alberta's second largest city, Calgary, which has a population 
of 385,000 people, in addition to a number of smaller communities 
in between. 


The CP rail line consists of well engineered, high speed 
track. However, the train operates at a relatively low average 
speed of 54 mph which is due largely to the number of local stops 
the train makes during its present schedule. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 26.4 Ze 
1974 27.4 Zoe 


(average about 22 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 .828 -669 PASERS 
1974 L056 . 863 Jes 
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COMPETITION 


Round Trip 


Mode Frequency Time Average Speed 
Alr-=)P2W.A. air bus approximately 
service 20 daily 


RTC DECISION 


Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee is of the opinion that 1£ CP experiment— 
ed with fares, equipment, schedules and on-train amenities in a 
dedicated manner, it would be possible to provide a more efficient 
and attractive inter-city service and thus expand the railway's 
share of the market. 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily (except Sat.) Beton hrs 55 mph 
1 daily (except Sun.) 321302 hrs 55 mph 


CN EDMONTON-DRUMHELLER 
CHARACTERISTICS OF THE REGION 
This service is predominantly utilized as a local service 


to and from points on the Camrose-Drumheller portion of the route, 
from and to Edmonton 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) 
1972 2220 Loi 
1974 A We Gane 20°33 


(average about 15 per trip) 


23 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 2394 wo 20 14.81 
1974 -445 Ai 33% 46 
COMPETITION 
Round Trip 
Mode Frequency Time Average Speed 

bus, = 

Greyhound and 

Coachway Bus Lines 2 daily 


RTC. DECISION 

Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the follow- 
ing, batuona be. 

1. The Committee is not convinced that the bus services 
offered, at this time, are sufficient or suitable to accommodate 
the traffic should the passenger rail service be discontinued. 


RAIL SERVICES 


Local Through Time Average Speed 
NOs rare tg Ae20 hrs 43 mph 


CN EDMONTON-GRAND CENTRE 
CHARACTERISTICS OF THE REGION 


This service connects Edmonton to the Cold Lake Air Force 
Base. 
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LRAPF IC 


: Passengers Load Factor 
Year (Thousands) (3) 
1 Oiez eS eel 22.5 
1974 whet LGr.4 


(Average -abOUL=13° perm trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
Oye ON 364 DT beste 
1974 -624 OS 63.05 
COMPETITION 

Round Trip 
Mode Frequency Time Average Speed 
Bus Atdanblyie(weEehysun.: 
variations) 4:55 hrs 39 mph 

RAIL ‘SERVICES 
Local Through Time Average Speed 
isdaity 43:25:-hrs 39° mph 
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BRITISH COLUMBIA REGIONAL SERVICES 


CN JASPER-PRINCE GEORGE-PRINCE RUPERT * 
CP VICTORIA-COURTENAY 


*See Remote Services 
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BRITISH COLUMBIA 


REGIONAL 
TRANSCONTINENTAL 


REMOTE SEGMENTS 


Prince Rupert 
Prince George 


’ 

p 

ana tehecae 
©, 0a Revelstoke 


Courtenay 


Victoria 


CN JASPER-PRINCE GEORGE-PRINCE RUPERT 


CHARACTERISTICS OF THE REGION 


Only four trains make up this group of services which 
operate between Jasper and Prince Rupert and between McBride and 
Prince George. 


There are 54 on-line points between Jasper and Prince 
Rupert. 19 are not directly accessible by road. Most of these 
lie between McBride and Prince George where the Fraser River 
separates some on-line centres from highway 16 which generally 
runs parallel to the track. 


Pop. including Pop. excluding 


Route Distance Endpoints Endpoints 

Jgasper— 

McBride 108 37 143 B53 
Jasper- 

Prince George 254 Sherpakeie. 2) 306 
Prince George- 

Prince Rupert 467 67 aor Z 18,724 
McBride- 

Prince George 146 35.454 2.695 

Approx. Rail Miles 
Service Total Rail Miles with no Parallel Roads 

Jasper 

Prince Rupert Ded) ake. TOSS 
McBride- 

Prince George L461 90.6 
TRAFFIC 

Passengers Load Factor 

Year (Thousands) (3) 
19:72 34.65 26.4 
1974 36.4 28.4 


(average about 54 per trip) 


i 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
NS 9 62 37519 2756 TO 53 
1974 4.119 32326 98.81 


COMPETITION 


One connecting bus service from Edmonton via Jasper and 
McBride, en route change to Prince George. 


RTC DECISION 


CN Jasper-Prince George-Prince Rupert 
CN McBride-Prince George 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


Ls Lack of alternative access routes. 


RAIL SERVICES 


Local Through Time Average Speed 

3 weekly 22-24 hrs Sys eqileyel 
McBride-Prince George 

3 weekly 4:45 hrs 31 mph 


CP, VICTOREA-=COURTENAY 
PEeBRACTERISTICS OF THE REGION 


Substantial traffic travels between Victoria and the 
City of Vancouver. There are many ways to make the journey; Air 
Canada and Pacific Western offer direct air service between 
Victoria and Vancouver; the British Columbia government provides 
an hourly ferry service between Vancouver Island and the mainland, 
accommodating cars, buses, trucks and pedestrians; British Columbia 
Coast Steamship Services offers a ferry service three times daily 
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four times daily in the summer) in each direction, accommodating 
cars, buses, trucks and railway freight cars from Victoria to 
Vancouver via Nanaimo. 


Bus service is provided from Victoria connecting with 
the Government Ferry Service. In addition, bus service is pro- 
vided from Victoria by Vancouver Island Coach Lines and Pacific 
Stage Lines connecting with the ferry at Nanaimo. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 19-33 EY Bh 
1974 20.94 17.4 


(average about 34 per trip) 


FINANCIAL CONSIDERATIONS 


Cose Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
LOZ 237 ~185 9:57 
1974 < 302 242 tel 56 


COMPETITION 


Bus service is available 4 frequencies daily. 


RTC DECISION (1970) 


Despite being classified as uneconomic, these services 
were ordered to continue at a substantial loss due to the follow- 
ing rationale: 


1. The Committee was of the opinion that insufficient 
regard was given to possible alterations in scheduling, advertis- 
ing, equipment assignment, and accommodation for passengers, to 
justify an assessment of the service's economic viability. 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily 
(except Sun.) 4 hrs 36 mph 
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REMOTE ACCESS SERVICES 


100 


This section does not constitute a complete summary 
of remote access services. The additional services 
in this category are CN Quebec City-Cochrane; 
Montreal-Chicoutimi; Winnipeg-Churchill and CP 
Sudbury-White River, which are located elsewhere in 
the text under the heading of regional services. 
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CN 
CN 
CN 
CN 
CN 
CN 
CN 


SERVICES 


HEARST-NAKINA 
HORNEPAYNE-MANITOUWADGE 

THUNDER BAY NORTH-SIOUX LOOKOUT 
WABOWDEN-GILLAM-CHURCHILL 

FLIN FLON-OSBORNE LAKE 

THE PAS-LYNN LAKE 
MCBRIDE-PRINCE GEORGE 
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CN HEARST-NAKINA 


CHARACTERISTICS OF THE REGION 


Roads generally provide alternative surface access to 
the principal communities served by passenger trains in Northern 
Ontario. However some on-line centres between Hearst and Nakina 
have inadequate alternative surface transportation facilities. 
Between Hearst and Nakina three out of seven on-line centres are 
without roads. 


Pop. including Pop. excluding 

Route Distance Endpoints Endpoints 
Hearst-Nakina 144 AT 3us 5.0 
TRAFFIC 

Passengers Load Factor 

Year (Thousands) (%) 
LOW 2 ek 1A! 
1974 29 Decal 


(average about 3 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year (SIME Lion) ($ Million) ($) 
L972 .041 +037 34.00 
1974 .038 2030) Bocas 


COMPETITION 

There exists no direct bus service between Hearst and 
Nakina. 
RTC DECISION 

Despite being classified as uneconomic these services 
were ordered to continue at a substantial loss due to the lack 
of alternative access route. 


RAIL SERVICES 


Local Through Time Average Speed 
3 weekly 5230-6 hrs 24-26 mph 
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CN HORNEPAYNE-MANITOUWADGE 


CHARACTERISTICS OF THE REGION 


Between Hornepayne and Manitouwadge all areas have access 
to roads, but no other alternative services exist. 


Pop. including Pop. excluding 
Route Distance Endpoints Endpoints 
Hornepayne- 
Manitouwadge 70 Spay hats. 201 
TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 4 Bea 
1974 ok -14 


(average about 1 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 -056 =056 Shs a Fas: 
1974 .031 037 294.33 


COMPETITION 

Hornepayne-Manitouwadge is served by roads, but no 
alternative surface access exists. 
RTC DECISION 

Despite being classified as "uneconomic", these services 
were ordered to continue at a substantial loss, due to the lack 
of alternative access routes. 


RAIL SERVICES 


Local Through Time Average Speed 
3 weekly 3 hrs 23 mph 
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CN THUNDER BAY NORTH-SIOUX LOOKOUT 


CHARACTERISTICS OF THE REGION 


Roads generally provide alternative surface access to the 
northern principal communities serviced by passenger trains in 
northern Ontario. Between Thunder Bay North and Sioux Lookout, 
five on-line centres, out of a total of sixteen, are without 
roads. 


Pop. including Pop. excluding 
Route Distance Endpoints Endpoints 
Sioux Lookout- 
Thunder Bay North 202 Li2,.235 1,294 
TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 2.4 97 
1974 wae A eas 


(average about 10 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
3 Wey -009 -050 2072 
1974 O06 - 066 80575 


COMPETITION 


There exists no direct bus service between Thunder Bay 
North and Sioux Lookout. 


RTC DECISION 
Despite being classified as "uneconomic", these services 


were ordered to continue at a substantial loss, due to the lack 
of alternative access routes. 


IBY s. 


RATL SERVICES 


Local Through Time Average Speed 

2 weekly S25 nes 24 mph 
Winnipeg-Sioux Lookout 

2 weekly 10350) hrs 24 mph 


CN WABOWDEN-GILLAM-CHURCHILL 
CHARACTERISTICS OF THE REGION 


This region is classified as a limited access region due 
to the lack of alternative surface access. 


TRAFFIC 

Passengers Load Factor 
Year (Thousands) (3) ree 
OFZ 1.4 ibik Bs 
1974 an8' 2x0 


(average about 1 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 .034 - 030 21,42 
1974 4 0S WP e020 LOLeA2 


COMPETITION 


There exists no direct bus service in this region. 


RTC DECISION 
Despite being classified as uneconomic these services 


were ordered to continue at a substantial loss due to the lack 
of alternative surface access routes. 


106 


RAIL SERVICES 


Local Through Time Average Speed 
Wabowden-Gillam-2 weekly 8:50 hrs 22 mph 
Gillam -1 weekly ican es 24 mph 


CN FLIN FLON-OSBORNE LAKE 


CHARACTERISTICS OF THE REGION 


There exist ten on-line rail centres between Flin Flon 
and Osborne Lake. Only Channing is accessible by road. 


The population, including the end points, .1s88,8/73, walle 
the population excluding the end points is 0. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 Eek tt. 2 
1974 ha 11.2 


(average about 2 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Mililion) ($ Miliion) ($) 
1972 -043 .040 36.73 
1974 -042 .040 Kee 


COMPETITION 


There exist no alternative means of surface access in 
this region. 


RTC DECISION 


Despite being classified as "uneconomic" these services 


107 


were ordered to continue at a substantial loss, due to the lack 
of alternative surface access routes. 


RAIL SERVICES 


Local Through Time Average Speed 
1 daily (except Sun.) 6 hrs 20 mph 


CN THE PAS-LYNN LAKE 
CHARACTERISTICS OF THE REGION 


There exist seventeen on-line rail communities between 
The Pas and Lynn Lake, of which eleven are served by frardis.foniy-: 


The population, including the endpoints, is 10,142. 
The population excluding. the endpoints is 1,134. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
zo 72 ep PF ae | 
1974 deat ST 0 


(average about 23 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($ Million) ($) 
1972 -139 -082 8.96 
1974 - 260 20 29.63 


COMPETITION 


There exist no alternative surface access routes to many 
ou-line rail centres. 
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RTC DECISION 
Despite being classified as "uneconomic", these services 


were ordered to continue at a substantial loss, due to the lack 
of alternative surface access routes. 


RAIL SERVICES 


Local Through Time Average Speed 
3 weekly LO t>2nrs 24 mph 


CN MCBRIDE-PRINCE GEORGE 
CHARACTERISTICS OF THE REGION 


There are 5 centres of population between Prince Rupert 
and Jasper. They are inaccessible by road. Most of these are 
located between McBride and Prince George, where the Fraser River 
separates some on-line centres from the highway. (See CN Jasper 
-Prince Rupert). 


The population, including -endpoints, is 35,454. The 
population excluding €NMdpoints is 1,695. 


TRAFFIC 
Passengers Load Factor 
Year (Thousands) (3) 
1972 AD egs) 5 a 
1974 Leo Bae 


(average about 6 per trip) 


FINANCIAL CONSIDERATIONS 


Cost Loss Loss/Psgr 
Year ($ Million) ($¢ Million) ($) 
L972 -082 2079 52.40 
1974 .044 .040 22.22 
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COMPETITION 

Many of the on-line rail centres between McBride and 
Prince George have no alternative surface access. 
RTC DECISION 

Despite being classified as "uneconomic" these services 


were ordered to continue at a substantial loss, due to the lack 
of alternative surface access routes. 


RAIL SERVICES 


Local Through Time Average Speed 
3 weekly 4:40 hrs 31 mph 
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